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NEWFOUNDLAND 
TRANS-ATLANTIC ROUTE 
THE VIKING TRACK. 
THE NATURAL HIGHWAY TO THE UNITED ST A TES 
AND CANADA FROM GREAT BRITAIN, GERMANY, 
. THE SCANDINAVIAN COUNTRIES AND RUSSIA . 
THE SHORTEST AND SAFEST OCEAN PASSAGE 
• • BETWEEN EUROPE AND AMERICA • • 
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SHOWING ROUTES AND DISTANCES FROM VARIOUS PORTS IN EUROPE TO GREEN BAY, NEWFOUNDLAND 
NEWFOUNDLAND TRANS-ATLANTIC ROUTE. 
HE contract entered into with the Government of Newfoundland, with a view to the establishment 
of this route, was more in the nature of a concession than a contract; the only obligation imposed 
upon the contractors being an undertaking to make a survey for a line of railway to run from 
Green Bay on the north-east coast to such port as they might select on the west coast. That 
undertaking has been fully carried out. A survey has been made by Mr. Bruce and 1\tlr. Mostyn, 
under the direction of Mr. R. Elliott-Cooper, as Consulting Engineer, for a line from Green Bay to 
Bonne Bay; and later, for one from Green Bay to the Bay of Islands; the latter line having been 
selected because it provides the easiest grade, as well as being the shortest; and because it affords 
the most suitable location for a car-ferry terminal. The two lines are identical as far as Deer Lake, 
where they diverge to Bonne Bay, and the Bay of Islands, respectively. 
Arrangen1ents have also been effected, in the event of the proposed route being established, with 
certain of the principal railway companies, both in Great Britain and in America, for the expeditious 
handling of through freight, as well as for the transportation of mails and passengers. \t\' hether it 
will be established depends, mainly, upon if it can be shown that a system of ocean-going car-ferries 
can be profitably operated across the Gulf of St. Lawrence. T.hat question is now being looked 
into. Should it be decided in the affirmative, there will be no difficulty in arranging for the handling 
of the ocean freights, which will consist mainly of fresh fish, paper, paper pulp and express merchandise 
in the one direction; and fish, fruit, paper, paper pulp, and express goods in the other. 
The following correspondence shows that the mere distance across the Gulf is no obstacle to 
the establishment of the route. 
Feasibility of Train Ferries. 
H. C. THoIYrsoN, Esq. 
DEAR SIR, 
GRAND CENTRAL PASSENGER STATION, 
CHICAGO, 28th June, 1910. 
Referring to the subject matter of our conversation of to-day, same being with reference to 
proposed Newfoundland Trans-Atlantic route. 
I have read and examined the documents bearing upon this matter, which you kindly furnished 
me, one being the report on completed survey by Mr. R. Elliott-Cooper, the other a prospectus on the 
subject, and naturally the feature that interests n1e as n1uch, if not more, than anything else connected 
'vith the matter is the proposed car ferry line of 240 miles between Bonne Bay and Gaspe. 
Based on n1y experience of some fifteen years, with a car ferry line between South Chicago, 
Illinois, and Peshtigo, Wisconsin, a distance also of 240 miles, during which time the line has been 
operated without any mishap on the open lake, and this too under a system of towing barges with 
cars theteupon, instead of the cars being placed upon the steamer, I feel at liberty to state that, in 
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my judgment such a car ferry line as proposed between Bonne Bay and Gaspe \vould be entirely 
feasible, and should present no difficulties of any serious character, in fact, not as great as the 
difficulties that exist on Lake Michigan. 
As compared with the ocean stea1ner wending its way through the Straits of· Belle Isle and 
the Gulf of St. Lawrence to the cities of Quebec and Montreal, the plan of discharging the vessel at 
Green Bay, and the moving of the freight by rail and car ferries to the mainland of North America, 
is, in my opinion, vastly superior, and this, of course, would apply to the movement of freight in the 
other direction, and while I recognise that the route you are advocating \vould be revolutionary in 
character, I firmly believe, based upon the information contained in the documents referred to, that 
it 'vould prove to be entirely feasible aud superior to the arrangements no\v prevailing. 
I am, very truly yours, 
(Signed) J. N. FAITH 0 RN. 
Extract front further letter front lVIr. J. N. FAITHORN. 
GRAND CENTRAL PASSENGER STATION, 
CHICAGO, 25th Noventber, 1911. 
"There is nothing inherent with respect to car-ferries, so-called, as to stability, sea-worthiness, 
navigation, etc., in any way differing from other ocean-going boats. The only difference is that 
when freight is loaded in railroad cars, and the cars placed in and on the vessel, the tonnage of 
paying freight is necessarily reduced as compared with the volume of bulk freight that could be 
loaded in a vessel of like tonnage. 
The length of the route is in favour of the car-ferry transportation v. railroad transportation on 
land, as the capital investment is confined to the car-ferry and its landings. 
Freight transferred from steamer to railroad car at Newfoundland, can, by the use of car-ferries, 
be taken from Newfoundland to its ultimate destination without handling en route. This feature is 
specially important with respect to fresh fish which cannot be handled efficiently otherwise, and this 
commodity I understand will probably be a considerable factor in your proposed business. 
As I understand the plan of transportation contemplated, the establishment of car-ferrying 
arrangements would admit of the movement of Trans-Atlantic freight and local Newfoundland traffic 
(notably fresh fish and pulp) conjointly, and the advantages flowing therefrom should much more 
than counterbalance any saving from the movement of Trans-Atlantic freight direct to mainland 
ports via ocean steamer. 
As the fresh fish traffic 'vould involve the use of refrigerator cars, such equipment could be loaded 
easterly with Trans-Atlantic chilled n1eats, fruits, etc." 
[Sonte idea of the iniportance of the trade in each of the above-11ientioned co1n1nodities 1nity be gathered 
front t lze in formation given below. J 
Chilled and Frozen Meal. 
This trade is rapidly attaining large dimensions ; but the supply from North America has been 
almost entirely displaced by that fron1 the Argentine, New Zealand and Australia. 
Fish. 
That the trade in fresh fish would be, however, quite as valuable, and capable of even greater 
expansion, is made clear by the following letter :-
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DEPARTMENT OF COMMERCE AND LABOR. 
Bureau of Fisheries. 
Mr. H. C. THOMSON. \fVASHINGTON, 25th fitly, 1911. 
DEAR SIR, 
The Bureau ackno\vledges the receipt of your letter of the 24th instant in which you make 
inquiry regarding certain fishing matters pertaining to the coasts of Newfoundland and Labrador. 
The following information is submitted in reply:-
I. The fishing grounds on the coasts of Newfoundland and Labrador, and those of Greenland 
and Iceland, constitute the most productive waters for certain kinds of fish on the western 
side of the Atlantic Ocean, and the supply is n1ore or less constant. Each important 
species is of course not obtainable throughout the year, but there is no month in ,vhich 
some kind of comn1ercial fish may not be obtained in large quantities. 
2. In addition to cod, which is the staple fish of this region, and halibut, which is caught 
chiefly by American fishermen, there is an enormous supply of herring and a fairly good 
supply of salmon, trout, and lobsters, together with caplin and squid \vhich are in big 
demand for bait. There are also various kinds of flatfish, which are not now utilized 
to any great extent, together with cusk, hake, and other deep-sea fishes. The tuna, or 
horse mackerel, is also present in considerable numbers and ought to meet with ready 
sale in the large markets, although the Newfoundland fishermen at the present time do 
not make any use of this species. 
I would call particular attention to the abundance of halibut on the west coast of Newfoundland, 
where the Americans have been carrying on a profitable fishery for many years in inshore waters. 
The enormous bodies of herring, which resort to the bays on the west coast in winter, support a large 
fishery that is conducted primarily by Canadian and American vessels. These fish are taken in a 
frozen and salted condition to the home port and meet a ready demand. 
Yours respectfully, 
(Signed) H. M. SMITH, 
Acting Contniissioner. 
F'ruit. 
The line \Vou]d provide a convenient outlet for the in1mense amount of tropical fruit which 
comes through to Chicago from Mexico and Southern California, as well as for the apples and other 
fruits of the Western States and Canada. 
Wood Pulp and Paper. 
It is believed that the timber lands which extend along the course of the Jine between Green 
Bay and the Bay of Islands would in time contribute a freight of between two and three thousand 
tons of paper and wood pulp per week. 
Comparati'lJe Freedom of the North-East Coast from Fog. 
It has been asserted that the north-east coast of Newfoundland is singularly free from fog. The 
question is of the greatest possible importance, from various points of view, and every endeavour has 
been made to ascertain whether the assertion is justified or not. Such statistics as they possess with 
regard to it, for the last fifteen years, have been obtained from the Meteorological Office in London. 
They are, however, very meagre, and when the matter was brought to the attention of the authorities 
of the Weather Bureau at \Vashington, they expressed a desire to have the further information asked 
for in the correspondence set out below. 
[The statistics above referred to, as well as copies of letters front various Captains of Newfoundland coasting stea1ners, 
have already been given, and are consequently not again inserted here.] 
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U.S. DEPARTMENT OF AGRICULTURE. 
C E N T R A L 0 F F I C .E 0 F T H E W EAT H E R B U R E A U . 
MARINE DIVISION. 
l\!Ir. H. C. THOMSON. WASHINGTON, D.C., 21st February, 1911. 
DEAR SrR, 
Referring to the copies of records of fog at the Newfoundland Lighthouses and Fog Alarm 
Stations, and the tabulated statements of the same, furnished by you to this office, it would be much 
appreciated if you could furnish complete data from these stations for the years 1900 to 1910, inclusive, 
for publication. . 
In all cases of no fog it is desirable that a state1nent be made to that effect, instead of leaving 
the spaces for such periods blank. If possible give the dates on which fog occurred in each month, 
as well as the number of hours of fog for that month. These data would then be comparable with 
the data worked up from our records. 
Please do not forget the map of N e\vfoundland, issued by the Departn1ent of Agriculture and 
1\1ines, Newfoundland, which you kindly offered to get for us. 
By the direction of the Chief of the \Veather Bureau. 
Very respectfully, 
(Signed) H. L. HEISKELL, 
Marine Meteorologist, Chief of Division. 
U.S. DEPARTMENT 0 F AG RIC ULT URE. 
CENTRAL OFFICE OF THE WEATHER BUREAU. 
\V ASHINGTON, D.C., 
l\tlr. I-I. C. THorvrsoN. 26th July, 1911. 
DEAR SrR, 
I am sending you herewith a package of forms for recording the fog at the light-houses and 
other stations on the Newfoundland coast. I have had one form filled out as a sample. 
As soon as these are returned it will give me pleasure to make a separate chart of that part of 
the coast, which shall exhibit the percentage of fog that will be encountered during each month of 
the year. 
By direction of the Chief of Bureau. 
Very respectfully, 
. (Signed) H. L. HEISKELL. 
1V1 arine 1V1 eteorologist, Chief of Division. 
By desire of the Prime Minister, Sir Ed\vard Morris, the required statistics were kindJy 
supplied by Mr. White, the Keeper of the Newfoundland Lighthouses, to 1\1r. Thomson, and 'vere 
for\varded by him to the Chief of the Weather Bureau at Washington \Vith this accompanying 
explanatory note. 
\VASHINGTON, D. c., 
THE CHIEF OF THE \iVEATHER BUREAU, 18th N oveniber, 1911. 
SIR, 
Washington, D. C. 
I have the honour to hand you herewith the statistics for the various lighthouses on the 
Coast of Newfoundland \vhich you asked me to obtain for you. 
With those already handed you they make up the ten year period, from 1900 to 1910, "\vhich 
you wished to have, except in the case of such light houses as \Vere erected subsequently to the 
year 1900. 
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I also hand you t\VO letters from lVIr. White, the head of the Newfoundland Lighthouse 
Department, together wjth a map of Newfoundland, prepared by Mr. Howley, the Director of the 
Geological Survey, on which the various lighthouses are n1arked. 
You will notice that there is a considerable amount of fog both at Long Point, Twillingate, 
and at Gull Island, the entering points of Notre Dame Bay, but very little in the Bay itself. 
This is due to the fact that, when the fog is carried up by a south-east wind, it is blo,vn 
across the mouth of the Bay, but a great portion of it is dissipated by the intervening land, leaYing 
the Bay itself clear. Moreover, the fog noted by the light houses in that locality only lasts as a 
rule for a very few hours, being lifted by a change of wind ; whereas, further south it is often very 
dense, and lasts over the ¥.1hole of the day. This is sho-vvn by the statistics fro1n various fog alarm 
stations 'vhich Mr. ~Thite has also kindly supplied ine \Vith, and \vhich accompany the other papers. 
On the West Coast, inside the Gulf of St. Lawrence, you will observe that there is very 
little fog. There is more at Bonne Bay (Lobster Cove) and Bay of Islands (Frenchman's Head) 
than there is at Keppel Island and Sandy Point, St. Georges Bay ; the land around both Bonne 
Bay and the Bay of Islands being very high, reaching to altitudes of over 2,000 feet, \vhile Keppel 
Harbor and Sandy Point are both lo\v stretches of land with the hills lying at some distance behind 
them. This is, I think, the reason of the difference. 
Yours respectfully, 
(Signed) H. C. THOMSON. 
Winter Navigation of the St. Lawrence. 
Should there prove to be sufficient freight to justify running the car-ferry throughout the entire 
year, it is believed, as the following letter shows, that the ice conditions in the St. Lawrence, during the 
winter months, would present no insuperable obstacle to that being done. 
Mr. H. C. THOl\tISON. 
DEAR SIR, 
QUEBEC, QUE., 
7th Octobe1r, 1911. 
In answer to your inquiry \Ve would state \Ve have been called upon to navigate the River 
and Gulf of St. Lawrence as Masters during sixteen years in the very latest fall and very early 
spring, and that from our experience we consider that navigation is possible in winter-time from the 
Bay of Islands, through the Gulf, to Father Point, Que. 
The ice is very easy to contend ¥.Tith until the latter end of February and March when ice con1ing 
out of the northern bays may be larger in quantity. 
\1\l e never saw or heard of icebergs or arctic ice being seen in the Gulf. 
With modern ice-boats \Ve consider there is all possibility of running a line bet\veen Bay of 
Islands and Father Point, as the best place of all for landing, as the access is easier than anywhere 
else either in snowstorm or foggy weather, the wharf being unusually clear of ice in winter, the 
soundings being so very reliable, and the river being so wide at this point. 
We remain, yours very fai thf ull y, 
CAPT. EMILIO COUILLARD. 
CAPT. PAU-L LACHANCE. 
This is confirmed by the St. La1vrence Pilot:-" The river never freezes over at Father Point 
. . . . a channel of water always rernains open, either on the north or the south side of the river, 
according to the prevailing 'vind, even a light air being sufficient to drive the ice to mid-channel." 
(St. Laivrence Pilot, 7th Ed., 1906, page 101 ). 
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REPORT ON PROPOSED LINE ACROSS NEWFOUNDLAND 
FROM 
BAY OF ISLANDS TO GREEN BAY. 
---- -----
Ce11tain persous in A nzerica are at present investigating the co1n11zercial practicability of the suggested 1'oute. 
Mr. ]. W. lja1ns went over the sitrveyed line last year, on their behalf, and his Report 
is hereto appended. 
13th Septeniber, 1911. 
According to the Agreement made on the 2nd day of August, I left New York in company 
with Mr. H. C. Thomson on August 6th to look over the feasibility of building a railroad line from 
Bay of Islands, or Bonne Bay, in Newfoundland, to Green Bay on the north-east coast. 
We left New York on August 6th proceeding to the Bay of Islands and then to a point where 
the Humber River flo\vs into Deer Lake; thence we walked across the country to the foot of Bonne 
Bay, a distance of thirty miles, and took a boat to the head of the Bay, returning by steamer to the 
Bay of Islands, where we secured guides and supplies, and went across the island to the south-west 
arm of Green Bay, following the route of the proposed railroad. 
The line from the Humber River to Bonne Bay would be almost impossible, as the grades 
would be prohibitive, and the work exceedingly heavy and expensive. 
The harbours at Green Bay and the Bay of Islands are about one to two miles wide and 
twelve miles long, and are absolutely protected from any storms that might come up. The bottom 
drops sheer from the shore to a depth of fifty or sixty feet, at a distance of about fifty feet from the 
shore. The depth of water in both of these bays runs from eighty to seven hundred feet. 
It is perfectly feasible to build a railroad fron1 Green Bay to Bay of Islands. The distance is 
92! miles, and the line can be built on o·6 per cent. grade, except for the first five miles out of Green 
Bay, where the grade will be from one to one and two-tenths per cent. The maximum curvature 
will be about 2·30 '. (See attached 1naP of line.) 
[Here follows a detailed esti1nate of the cost of construction. J 
BAY OF ISLANDS. (Here is inserted nzap of the Bay of Islands). 
The Bay of Islands is about 15 miles long, with an average width of 2 miles. The depth of the 
water as shown on the accompanying chart, issued by the English Navy Department, will average 
about 52 . fathoms in the centre, or 312 feet. 
The Bay is entirely free fron1 shoals or any obstructions to navigation, and it is perfectly 
protected from any storms or seas that might come up. The location of wharves and piers, as 
shown on the accompanying inap, is about the only place in the Bay available. The water deepens 
fast enough to permit all docks and ferry slips being built without very great expense for long 
approaches. The bottom is mud and gravel. 
The Reid Newfoundland line runs on the opposite side of the Bay from Hughes Brook, where 
the terminals would probably be located. There would be absolutely no advantage in extending 
the line farther down the Bay from Hughes Brook, as the construction would be very expensive 
and the 'vork \Vould be entirely in granite and trap rock. (See acconipanying book for pictures of 
Bay of Islands.) 
GREEN BAY 
-M. P OF PROPOSED RAILROAD tN NEWFOUNDLAND--
BA oF ISLANDS ro GREEN BAY 
from @!.· 11!.@_s atid Notes bj'. JW Ijams 19!1 
le els from Ar £111ott- Cof!.e.e~ Survey 
/e.·- f"-4 llftles-- Septr 1911 
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GREEN BAY, SOUTH-WEST ARM. (Here are inserted tzvo 11iaps of Green Bay.) 
The same conditions exist at Green Bay as at the Bay of Islands, regarding depth of water, 
length of arm and protection from storms. 
The location shown on the accompanying map for the \vharves and terminals of the railroad 
are about the only ones we have. It is necessary to run dovvn the Bay a mile or two from the end 
in order to get a good grade over the divide east of Green Bay, and this point is the only location 
on the Bay available for the construction of terminal yards and round-house. At other points the hills 
arise too abruptly from the water, and the bottom drops too quickly to permit an anchorage for ships. 
The location selected is also the most protected in the harbor, and gives the most room for turning of 
large vessels. 
Both Green Bay and Bay of Islands are almost entirely free from fog during the whole 
year. The only time that there is fog at either of these points is when a south-east wind blows the fog 
from the Grand Banks. This is substantiated by talks I have had with captains of three or four 
coasting steamers, all of whom say that fogs at Green Bay and Bay of Islands are of very very rare 
occurrence. There is no obstruction either at Green Bay or Bay of Islands to prevent the free 
navigation of ships or easy access to either of these ports at night. 
Both of these Bays are generally frozen over with from eighteen inches to two feet of ice from 
about the 15th of January to the 15th of April. 1 'his is not drift ice but ice that forms from freezing 
of salt water in the Bay, and could be broken through with a large tug or an ice-breaking ferry boat, 
and I do not believe that there would be an obstruction to navigation through the "\vhole year. 
Ho\vever, at Green Bay, when winds blow from the north-east in Spring, the arctic drift ice is son1e-
tirnes blown in and obstructs the mouth of the Bay so that it would be impossible for ships to enter. 
This does not usually happen, as there are generally channels left through \vhich a ship could be 
navigated. Navigation during the whole year by large ocean steamers into Green Bay cannot be gone 
on with absolute certainty, as there would probably be times when no ships could get into the Bay 
until the wind shifted and blew the ice out to sea again. This ice is so heavy and piles up so that 
no ice breaker could go through it. 
In the event of the harbor being blockaded ocean steamers would have to be notified by 
wireless and make some other port. 
CONSTRUCTION OF RAILROAD. 
There are two routes to be selected from for the first seven n1iles out of Bay of Islands. 
One is along the north bank of the Humber River. This route presents great difficulties to construction. 
The work is 90 per cent. rock, and it would be necessary to build about 950 feet of tunnel. The 
pictures in the accompanying book will show the difficulties of construction. This route in n1y op1n1on 
is not feasible. 
The other route, which is only three miles long instead of seven, as would be the case if the 
line were built along the shores of the Humber River from \Vild Cove (see niap of line), running 
through a gorge to the Humber River, and avoidin~ the difficulties of construction along the river. 
The height of the water-shed from Wild Cove to the Humber River is about forty-five feet with 
a gradual slope to the river on one side and to Wild Cove on the other. The valley is about one and 
one-half miles wide, and the construction would be of gravel with the possibility of striking some rock 
at the water-shed. The grade will average about 20,000 yards per mile with a shovel cut of about 
45,000 at the watershed. A safe allowance for rock \Vould be 10 per cent. on this part of the line. 
There will be one 50 foot plate girder bridge and about four lines of 30 inch pipe. Up the river for 
the next five miles the country is flat and the work is easy. There is a wide level bench one thousand 
to eighteen hundred feet in width bet\veen the river and the hills. This bench is about twelve to 
fifteen feet above the river, and is covered \vith small spruce and fir. The \vork along here would 
require very little grading, except to level up, and the work would average about 12,000 yards to the 
mile, \vith about t"\vo lines of thirty to thirty-six inch pipe and thirteen acres of clearing and grubbing 
per mile. 
• 
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Then for the next half mile the route runs in the hillside. The hills are not very steep, and 
the work 'vill run about 35,000 yards per mile, 80 per cent. sand and 20 per cent rock, with one 75 
foot girder. 
Then for the next mile-and-a-half to Deer Lake, \Vhich is I I miles fron1 Wild Cove, the line 
\vould run along a wide bench, 'vith one heavy shovel cut for about 2,000 feet, and then into a? 
open plateau to the lake. This work will average 30,000 yards to the mile, and 95 per cent. of it 
would be gravel and earth. 
From mile r r to r 1 ~ along the lake, the work \vill be hillside \vork, with an average of from 
8 to 12 feet, and the \vork is all rock. This half-mile will have about 17,500 yards of rock. 
The next mile, r rt to r2~, the line \vill follow the contour of the hills, which are very gradual. 
The hill is all rock, and will run about 25,000 yards to the mile, with three lines of 30-inch pipe 
and one 1 o-f oot arch. 
From mile 12~ to 14! the line follows the hillside. The top soil is earth, but I believe that 
rock will be struck about 3 feet below the surface. This vvork will average 20,000 yards per mile, 
80 per cent. rock. 
From mile r4f- to l 7~ the work is very easy location, and mostly sand, although some rock 
may .be encountered. I do not think it is likely. The land is comparatively level, with very gradual 
slopes from the water to the hills. It i~ covered with heavy long brush and 6-inch trees, and the 
work is all team \vork, and will run about 15,000 yards to the mile. There will be about 2 or 3 
lines of 30-inch cast iron pipe to the mile, one 80-foot girder over a small river, one 30-foot girder 
and one 65-foot girder. 
From mile 17~ to 25! the line will follow the general curve of the lake. This is easy 
location, and the work vvill run about 25,000 yards to the mile. Perhaps 20 per cent. of this will 
be rock. There \vill be several small culverts and about 4 lines of pipes to the mile. 
From mile 25! to 28i the country is very level and the vvork is all gravel. This \Vill average 
about 22,000 yards to the mile, and there will be no rock encountered. 
This takes us up to the crossing of the Humber River at the end of Deer Lake (See Map). 
From mile 28~ to 39!· This is from the Humber River to the crossjng at Goose Pond (See 
Map). The country is very free from rock forn1ations, as proven by numerous borings put on by the 
Newfoundland Government in search of coal deposits. The country is all glacial drift for three 
hundred feet deep. The formation is of gravel and sand, \Vith numerous boulders from one to four 
yards scattered through it. The country is rolling, with numerous gravel humn1ocks averaging twenty 
feet high. The grading \vill run 25,000 yards to the mile and \Vill probably require five lines of pipe 
and one arch ro to 15-feet per mile. There will be a bridge of 320-feet stand over the Humber 
River, and two 160-foot Pratt trusses will probably be the best type of bridge at this point. The 
bottom is about twenty feet deep and is of gravel and sand. There will also be required a 250-foot 
bridge over Junction Brook, probably three 85-foot plate girders will be the best type of bridge. 
The bottom at this point is about twenty feet deep and will be gravel, and loose two and three inch rock. 
At Sandy Pond River there will be a bridge of 275-foot span and probably three 90-foot girders 
or two r50-foot trusses. The bottom is gravel and mud and the water about fifteen feet deep. 
In all these bridges, I believe, fron1 vvhat I could see of the ground and bottom, that it "\vill be 
necessary to use pile foundations. 
At Goose Pond there will have to be a 175-foot bridge, probably two 85-foot gird~rs. There is 
from 13 to 15-feet of water at this crossing and the bottom is sand and gravel. 
Fron1 mile 39~ to 50~, fron1 Goose Pond to the crossing bet\veen Tea Pond and Birchy Lakes, 
the character of the country is comparatively flat and the soil sandy with numerous boulders. The 
grading will average about 21 to 22,000 yards to the mile and is all team work, and \Vill require from 
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two to three lines of pipe to the mile, and possibly ten to twelve-foot culvert for every t\vo miles. 
There will be required a 300-foot bridge over Kitty's Brook, possibly tvvo truss spans. The bottom 
is fine sand and the water is about eight to twelve feet deep. 
At the crossing at Tea Pond there \vill be required a bridge of 250-foot span. The water is 
20 to 25-feet deep and the bottom small rock and gravel. There \vill also be required t\vo 30-foot 
spans for small screams. 
Fro1n miles 50! to 62 the line runs along the shores of the Birchy Lakes (See picture in acconzpanying 
book for general view of the Birchy Lakes, taken front the top of Mount Seeniore) This work will run about 
22,000 to 25,000 yards to the mile, and is mostly sand, gravel and clay, although some rock may be 
expected. There will probaby be two 60-foot girder spans, and about t\vo lines of pipe \vill be needed 
to the mile. 
From mile 62, the end of the Birchy Lakes, to inile 64 the country crosses the divide between 
the Gulf of St. Lawrence and the Atlantic Ocean. This divide is about fifty feet above the level of 
the Birchy Lakes, but by keeping the lines of the hillside along the Birchy Lakes no steep grade 
will be encountered. 
The country between the Birchy Lakes and the Indian Brook is marshy, the top being covered 
with moss about a foot deep, but after getting through this, gravel and sand is encountered. So 
there vvill be no difficulty in construction. 
There vvill probably be a deep shovel cut at the top of the divide. From the head of the 
Indian Brook, mile 64, to the Indian River, mile 78, the line is parallel to Indian Brook, keeping well 
up the hillside. The country is level, cut up by nun1erous small ravines. The cuts and fills will 
practically balance, and the grade will run about 24,000 yards to the mile, and it is not likely that any 
rock \Vill be encountered. The line can be kept to grade and the work kept comparatively light by 
shifting the line up or dovvrn the hill, as the location shows necessary. Tne line for this distance is 
straight and practically no curves. The total curvature for the fourteen miles will probably not 
exceed 30 to 40 degrees. Will need about four lines of pipe and possibly one I 2 foot arch to the 
mile. No large bridges in this section of the line. 
From the crossing of the Indian Brook to the South-west arm of Green Bay the work will 
average about 30,000 yards to the mile, and is mostly all gravel and sand. About 50,000 yards of 
rock can be expected in these fourteen miles. 
At the crossing of the Indian River a number of shovel cuts in gravel will be encountered, 
but the fills and the cuts will balance. There will probably be a shovel-cut about forty-five feet 
deep at a point five miles east of Green Bay. This is on the divide between Green Bay and Halls 
Bay. From the divide five miles west of Green Bay to the South-west arm the line follows the 
valley of Budgell's Brook, keeping well by the hillside, and runs along the hillsides of Green Bay for 
a distance of a mile and a half, dropping down to the cove at Corner Brook (see Map), where the 
docks and yards vvill be located. It is necessary to go along the bay for a mile and a half in 
order that the grade bet\veen the divide east of Shoal Pond and Green Bay \vill not exceed one 
to one and two-tenths per cent. 
The country between Bay of Islands and Green Bay is covered with timber six to eight 
inches in diameter and 30 to 40 feet in height, a few big trees being scattered through the woods. 
The clearing \vill run fully thirteen acres to the mile and the grubbing will be rather expensive, so 
that I do not think $200 per mile for clearing and grubbing to be an expensive figure. 
The line runs for the most part at right angles to the water-shed, necessitating numerous 
lines of cast-iron pipe and plate girder bridges, as there are a great many small streams to be crossed. 
TIMBER. 
There is no big timber along the line of the railroad, but the country is covered with first-
class pulp timber. There are numerous deposits of mineral all through the Island and a number of 
them along the line. 
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Along Deer Lake is a deposit of oil-bearing shale that runs very high in oil and asphaltum. 
Between Indian River and Green Bay there are deposits of copper ore, and a mine is being worked 
at Green Bay, which \vould be about a quarter-of-a-mile from vvhere the line would pass. The 
minerals in Newfoundland, as a rule, are low grade, and run in pockets and seams, No farming is 
done north of St. Johns. The country, however, is suitable for the raising of beets, turnips and 
potatoes, and one or two experiments are being made on a small scale for raising sheep. 
The scenery along the line is very beautiful, and the country undoubtedly will become a great 
summer country if accommodations were provided and the country advertised in the United States 
and Canada. No local freight could be expected from a line built between Green Bay and 
Bonne Bay. The line would have to depend on fast passenger and freight traffic between the United 
States, Canada and Europe. At present there are a number of companies buying up pulp lands, 
with the intention of establishing plants in the country through which the line would pass, and in the 
course of four or five years it would probably receive two thousand to twenty-five hundred tons of 
paper pulp each week. 
There is any amount of fish along the coast. Cod are caught in large quantities, and between 
October and March large quantities of Herring are caught. Halibut and Horse Mackerel are also 
present in large quantities. If there were a market in the United States and Canada there would 
be no difficulty at all in shipping from thirty to sixty refrigerator cars of fresh fish each day, every 
day in the year, as some fish are always caught in large quantities. 
The distance, taken from Government surveys, from Bay of Islands to Green Bay is as follows : 
Wild Cove to Humber River Crossing .. . 
Humber River Crossing to Junction Brook .. . 
Junction Brook to the end of Birchy Lakes 
End of Birchy Lakes to \Vharf of Green Bay 
... 27.7 
g. 
28.4 
27.5 
Total length 92.6 
miles. 
" 
" 
" 
" 
If trestle bridges are substituted for concrete and steel structures in all the smaller openings 
and if the line is built on a one-and-a-half per cent. grade instead of a six-tenths of one per cent. 
grade, and if 70-pound steel is used, the cost of the road and buildings, only, \vill be $27 ,800 per mile. 
Respectfully submitted, 
J. W. IJAMS. 
Associate Member American S'ociety of Civil Engineers. 
It will be seen that the above figure of $27,800 corresponds pretty nearly to Mr. Elliott-
Cooper's estimate of £ 4,313 per mile. 
The difference in the two estimates is due to the fact that Mr. Ijams has included the cost 
of docks, and water terminals, and various other items, 'vhich are not allowed for by Mr. Elliott-
Cooper. 
[Mr. Elliott-Cooper's reports on the survey of the line, and on the initial construction of three miles froni Green 
Bay, have alreadv been given. They a11e not, therefore, included in this statenient. J 


